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(54) Emission control system of internal combustion engine 



(57) An emission control system of an lean-burn in- 
ternal combustion engine (1) includes a NOx catalyst 
(17), and a reductant supply device (12, 19, 20, 21 , 22) 
disposed upstream of the NOx catalyst for adding a re- 
ducing agent so as to release and reduce NOx absorbed 
in the NOx catalyst. The emission control system de- 
tects an engine load, and calculates an amount of the 
reducing agent that is added in one NOx reducing proc- 
ess, based on the engine load. The system then exe- 
cutes a plurality of reductant adding operations in a con- 
trolled manner so as to provide the calculated amount 
of the reducing agent. 
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Description 

BACKGROUND OF THE INVENTION 

1 . Field of the Invention 

[0001] The invention relates to an emission control 
system of a lean-burn internal combustion engine, 
which includes a NOx catalyst that removes nitrogen ox- 
ides (NOx) from exhaust gases emitted from the lean- 
burn internal combustion engine capable of operating in 
a lean-burn mode. 

2. Description of Related Art 

[0002] NOx catalysts, such as selective- reduction 
type NOx catalysts and occlusion-reduction type NOx 
catalysts, are known as emission control devices for re- 
moving NOx, in particular, from exhaust gases emitted 
from interna! combustion engines, such as diese! en- 
gines or lean-burn gasoline engines, which are capable 
of operating in a lean-burn mode. 
[0003] The selective-reduction type NOx catalyst is 
able to reduce or decompose NOx in the presence of 
hydrocarbon (HC) under an excess-oxygen atmos- 
phere. A suitable amount of HC component (which will 
be hereinafter referred to as "reducing agent" or "reduct- 
ant") is needed for enabling the selective-reduction type 
NOx catalyst to reduce or decompose NOx. When the 
selective- reduction type NOx catalyst is used for ex- 
haust purification of the above types of internal combus- 
tion engine, such as diesel engines, which emit exhaust 
gases containing an extremely small amount of HC dur- 
ing normal operations, there is a need to supply a re- 
ducing agent, such as light oil that also serves as fuel, 
to the selective-reduction type NOx catalyst, so as to 
enable the NOx catalyst to remove NOx during normal 
operations of the engine. 

[0004] On the other hand, the occlusion-reduction 
type NOx catalyst is able to absorb NOx when the air- 
fuel ratio of exhaust gas that enters the NOx catalyst is 
lean, and release the absorbed NOx and reduce it into 
N 2 when the oxygen concentration of the entering ex- 
haust gas is lowered. 

[0005] When the occlusion-reduction type NOx cata- 
lyst is used for exhaust purification of the above types 
of internal combustion engines, NOx contained in ex- 
haust gases is absorbed into the NOx catalyst during 
normal operations of the engine in which the air-fuel ra- 
tio of the exhaust gases is lean. If the exhaust gases 
having a lean air-fuel ratio are kept supplied to the NOx 
catalyst, however, the NOx absorbing capability of the 
NOx catalyst is saturated, and no further NOx can be 
absorbed into the NOx catalyst. As a result, NOx con- 
tained in the exhaust gases leaks or is released to the 
atmosphere. 

[0006] In view of the above situation the NOx absorb- 
ing capability of the occlusion-reduction type NOx cata- 



lyst needs to be recovered before it is saturated. To this 
end, the air-fuel ratio of exhaust gas that enters the NOx 
catalyst is controlled to be rich in certain timing, and the 
oxygen concentration of the exhaust gas is thus low- 

5 ered, so that the NOx absorbed in the NOx catalyst is 
released and reduced into N 2 . This operation to control 
the air-fuel ratio of the exhaust gas to be temporarily rich 
will be hereinafter called "rich spike" when appropriate. 
[0007] In order to recover the NOx absorbing capabil- 

10 ity of the above type of NOx catalyst, the air-fuel ratio of 
the exhaust gas needs to be appropriately controlled to 
be rich. In conventional emission control systems, there- 
fore, the amount of a reducing agent added to exhaust 
gas is calculated based on the engine speed, engine 

is load, and other parameters, and the calculated amount 
of the reducing agent is added or supplied to the exhaust 
system when NOx releasing/reducing conditions are 
satisfied. 

[0008] When the reducing agent is added to the ex- 

20 haustgas in, for example, an exhaust port of the exhaust 
system of the engine, so as to suitably control the air- 
fuel ratio as measured at around the NOx catalyst and 
thereby release and reduce NOx, a response delay is 
observed in changes in the air-fuel ratio measured at 

25 the NOx catalyst since the catalyst is spaced some dis- 
tance apart from the exhaust port. In addition, it is diffi- 
cult to keep the air-fuel ratio at the NOx catalyst sub- 
stantially equal to the target air-fuel ratio to be achieved 
by rich spikes, during the addition of the reducing agent. 

30 [0009] For example, a predetermined amount of re- 
ducing agent is injected into an exhaust port, orthe like, 
for a predetermined period of time, according to a pat- 
tern as shown in Fig. 9A, in an attempt to control the air- 
fuel ratio detected at the NOx catalyst to be substantially 

35 equal to the target air-fuel ratio. The pattern of Fig. 9A 
indicates changes in a command signal (ON/OFF sig- 
nal) applied to an injector for injecting the reducing 
agent, with time. 

[001 0] If the reducing agent is added according to the 

40 pattern of Fig. 9A, the air-fuel ratio measured at around 
the NOx catalyst changes as shown in Fig. 9B. As 
shown in Fig. 9B, the air-fuel ratio measured at the NOx 
catalyst falls far below the target air-fuel ratio that should 
be close to the stoichiometric value, and is kept in an 

45 unnecessarily rich state for a certain period of time. 
Namely, the air-fuel ratio of the exhaust gas is kept for 
a while in a low range that is richer than a level required 
for releasing and reducing NOx. This means that the 
amount of the reducing agent injected to the exhaust 

50 port is larger than an amount needed for removing NOx 
from the NOx catalyst, and therefore an increased 
amount of reducing agent passes through the NOx cat- 
alyst without being used for reducing NOx. In this case, 
an HC component contained in the reducing agent may 

55 pass through the NOx catalyst, and degrade exhaust 
emissions. In view of this possibility, an additional meas- 
ure, such as an oxidizing catalyst disposed downstream 
of the NOx catalyst in the exhaust passage, needs to be 
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taken for removing the HC component that has passed 
through the NOx catalyst. 

SUMMARY OF THE INVENTION 

[001 1] It is therefore an object of the invention to pro- 
vide an emission control system of an internal combus- 
tion engine, which can control the air-fuel ratio meas- 
ured at around a NOx catalyst to be sufficiently close to 
a target air-fuel ratio set in the vicinity of the stoichio- 
metric value, when a reducing agent is added in an ex- 
haust passage located upstream of the NOx catalyst. 
[0012] To accomplish the above object and/or other 
object(s), the invention provides an emission control 
system of an internal combustion engine capable of op- 
erating in a lean-burn mode, including (a) a NOx catalyst 
disposed in an exhaust passage of the engine such that 
the NOx catalyst absorbs NOx contained in an exhaust 
gas, and (b) reductant supply means disposed up- 
stream of the NOx catalyst, for adding a reducing agent 
to the exhaust gas so as to release and reduce NOx 
absorbed in the NOx catalyst. The emission control sys- 
tem further includes (1 ) load detecting means for detect- 
ing a load of the internal combustion engine; (2) calcu- 
lating means for calculating an amount of the reducing 
agentthat is added in one NOx reducing process, based 
on the load of the internal combustion engine; and (3) 
control means for controlling addition of the reducing 
agent by executing a plurality of reductant adding oper- 
ations so as to provide the calculated amount of the re- 
ducing agent. 

[0013] In the emission control system as described 
above, the amount of the reducing agent added for re- 
leasing and reducing NOx is controlled depending upon 
the load of the internal combustion engine. More specif- 
ically, the reductant addition amount is increased when 
the engine operates under a relatively low load, and the 
same amount is reduced as the engine load increases. 
In this manner, the reductant addition amount is suitably 
controlled, taking account of the likelihood of deposition 
of the reducing agent on walls of an exhaust passage 
that depend upon the flow velocity and temperature of 
exhaust gases, so that a sufficient amount of reducing 
agent can be constantly supplied to the NOx catalyst, 
irrespective of the engine operating conditions. 
[0014] Then, the calculated amount of the reducing 
agent, which has been determined based on the engine 
load as described above, is added by executing a plu- 
rality of reductant adding operations, so that the air-fuel 
ratio measured at around the NOx catalyst fluctuates 
between the rich side and the lean side with respect to 
the stoichiometric value. Thus, the air-fuel ratio meas- 
ured at the NOx catalyst is prevented from being kept 
in an excessively fuel-rich state for an extended period, 
and the average air-fuel ratio during the addition of the 
reducing agent is controlled to be sufficiently close to 
the stoichiometric value. In this manner, the amount of 
HC passing through the NOx catalyst is advantageously 



reduced, while atthesame time the exhaust air-fuel ratio 
can be kept at stoichiometric or rich values for a pro- 
longed period of time. 

[0015] During multiple-time reductant addition in 
5 which the reducing agent is added a plurality of times in 
one process, the reductant addition amount in each of 
the second and subsequent reductant adding opera- 
tions is preferably made smaller than that in thefirst add- 
ing operation. By controlling addition of the reducing 
10 agent in this manner, otherwise possible accumulation 
of the reducing agent at the NOx catalyst due to repeat- 
ed reductant addition can be prevented, and an exces- 
sive increase in the fuel-rich level of the exhaust gas 
can be also avoided. 
15 [0016] In the above case, the reductant addition 
amount in each of the second and subsequent adding 
operations may be made smaller than that in the first 
adding operation, by (1 ) controlling the period of addition 
of the reducing agent in each of the second and subse- 
quent adding operations to be shorter than that in the 
first adding operation, or (2) controlling the pressure at 
which the reducing agent is added in each of the second 
and subsequent adding operations to be lower than that 
in the first adding operation. In a further embodiment of 
the invention, the interval between the first and second 
reductant adding operations may be made smaller than 
that between the subsequent adding operations. 
[0017] In another embodiment of the invention, the 
above-indicated control means controls the second and 
subsequent reductant adding operations, based on a 
controlled variable that is corrected based on an air-fuel 
ratio measured at around the NOx catalyst after the first 
reductant adding operation is executed. With this control 
performed, the reducing agent can be added with im- 
proved accuracy, thus permitting highly efficient exhaust 
purification. 

[0018] In a further embodiment of the invention, the 
control means executes the plurality of reductant adding 
operations in accordance with a crank angle of the in- 
ternal combustion engine, so that the reducing agent is 
added when an exhaust valve of the engine is opened. 
With this control, the reducing agent can be surely fed 
to the NOx catalyst along with a flow of the exhaust gas, 
thus enabling highly efficient addition of the reducing 
agent. 

[001 9] Preferably, the emission control system the in- 
vention further includes determining means for deter- 
mining whether it is possible to add the reducing agent, 
depending upon an operating state of the vehicle. For 
example, it is determined whether the NOx catalyst is 
held at an activation temperature, or whether the inter- 
nal combustion engine is in an operating region that per- 
mits addition of the reducing agent. Thus, the reducing 
agent is supplied when the engine or vehicle conditions 
allow releasing and reduction of NOx, so that the reduc- 
ing is prevented from passing through the NOx catalyst 
without being used for reducing NOx. 
[0020] Examples of the internal combustion engine 
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capable of operating in a lean-burn mode, which em- 
ploys the emission control system of the invention, in- 
clude lean-burn gasoline engines of direct fuel injection 
type, and diesel engines. 

[0021] The above-indicated load detecting means 
may detect the engine load, based on an output signal 
of an accelerator position sensor or a flow rate of intake 
air that is detected by an air flow meter. 
[0022] The NOx catalyst used in the emission control 
system of the invention may be, for example, an occlu- 
sion-reduction type NOx catalyst or a selective-reduc- 
tion type NOx catalyst. 

[0023] The occlusion-reduction type NOx catalyst ab- 
sorbs NOx when exhaust gas that enters the catalyst 
has a lean air-fuel ratio, and releases the absorbed NOx 
and reduces it into N 2 when the oxygen concentration 
of the exhaust gas is lowered. The occlusion-reduction 
type NOx catalyst includes (a) a support formed of, for 
example, alumina (Al 2 0 3 ). (b) at least one element car- 
ried on the support and selected from alkali metals such 
as potassium (K), sodium (Na), lithium (Li) and cesium 
(Cs), alkali earth metals such as barium (Ba) and calci- 
um (Ca), and rare earth metals such as lanthanum (La) 
and yttrium (Y), and (c) at least one noble metal such 
as platinum (Pt) also carried on the support. 
[0024] The selective-reduction type NOx catalyst is 
able to reduce or decompose NOx in the presence of 
hydrocarbon (HC) under an excess-oxygen atmosphere 
(i.e., an atmosphere containing an excessive amount of 
oxygen). Examples of the selective-reduction type NOx 
catalyst include (1 ) a catalyst in which a transition metal, 
such as Cu, is carried on zeolite through ion exchange, 
and (2) a catalyst in which a noble metal is carried on 
zeolite or alumina. 

[0025] Examples of the reducing agent used accord- 
ing to the invention may include light oil, gasoline, ker- 
osene, and other substances, which contain hydrocar- 
bon (HC). 

BRIEF DESCRIPTION OF THE DRAWINGS 
[0026] 

Fig. 1 is a schematic view showing the construction 
of an internal combustion engine including an emis- 
sion control system according to one embodiment 
of the invention; 

Fig. 2A and Fig. 2Bare views for explainingthe NOx 
absorbing and releasing functions of an occlusion- 
reduction type NOx catalyst; 
Fig. 3A is a graph showing a pattern of application 
of fuel addition (ON/OFF) commands according to 
which fuel is injected; 

Fig. 3B is a graph showing changes in the air-fuel 
ratio measured at around the NOx catalyst with time 
during multiple-time fuel addition according to the 
pattern of Fig. 3A; 

Fig. 4 is a view showing a fuel injection pattern of 



multiple-time fuel addition and changes in the air- 
fuel ratio; 

Fig. 5A to Fig. 5D are views showing fuel injection 
patterns of multiple-time fuel addition; 

5 Fig. 6 is a view showing another fuel injection pat- 
tern of multiple-time fuel addition; 
Fig. 7 is a view showing a fuel injection pattern of 
multiple-time fuel addition in which the fuel injection 
quantity is reduced in the second and subsequent 

10 fuel injecting operations, and changes in the air-fuel 
ratio; 

Fig. 8 is a flowchart showing a fuel addition routine 
executed to implement multiple-time fuel addition; 
and 

15 Fig. 9A is a graph showing the timing of application 
of fuel addition (ON/OFF) commands according to 
which fuel is injected; and 

Fig. 9B is a graph showing changes in the air-fuel 
ratio measured at around the NOx catalyst with time 
20 during the fuel injection according to the pattern of 
Fig. 9A. 

DETAILED DESCRIPTION OF PREFERRED 
EMBODIMENTS 

25 

[0027] Referring to Fig. 1 through Fig. 6, an emission 
control system of an internal combustion engine accord- 
ing to a preferred embodiment of the invention will be 
described in detail. In the following embodiment, the in- 

30 vention is applied to an emission control system that is 
employed in a diese! engine adapted for driving a motor 
vehicle, such as an automobile. 
[0028] Fig. 1 shows the construction of the internal 
combustion engine 1 in the form of a four-cylinder in- 

35 line diesel engine, which incorporates an emission con- 
trol system according to the preferred embodiment of 
the invention. As shown in Fig. 1 , intake air is drawn into 
a combustion chamber of each cylinder through an in- 
take pipe 3 and an intake manifold 2. An air cleaner 4 is 

40 provided at one end of the intake pipe 3 at which the 
intake air is initially drawn into the pipe 3. An air flow 
meter 5. a compressor 6a of a turbocharger 6, an inter- 
cooler 7, and a throttle valve 8 are also provided be- 
tween the opposite ends of the intake pipe 3. 

45 [0029] The air flow meter 5 detects the quantity of new 
air that flows into the intake pipe 3 through the air clean- 
er 4, and generates an output signal indicative of the 
quantity of new air to an electronic control unit (ECU) 9 
for controlling the engine 1 . The ECU 9 then calculates 

so the quantity of intake air, or the flow rate of intake air, 
based on the output signal of the air flow meter 5. 
[0030] In the following description of this embodiment, 
the four cylinders of the engine 1 are numbered in the 
direction from the right to the left as viewed in Fig. 1 , as 

55 first, second, third and fourth cylinders #1 , #2, #3 and 
#4, respectively. 

[0031] Each of the four cylinders of the engine 1 is 
provided with a fuel injection valve 10, which serves to 
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inject a fuel (e.g., light oil) into a combustion chamber 
of the corresponding cylinder. Each of the fuel injection 
valves 1 0 is connected to a common rail 11 to which fuel 
is supplied from a fuel pump 12. The fuel pump 12 is 
driven by a crankshaft (not shown) of the engine 1 . In 
operation, the torque generated by the crankshaft is 
transmitted to an input shaft of the fuel pump 12, and 
the fuel pump 1 2 delivers fuel at a pressure that depends 
upon the transmitted torque. 

[0032] The fuel delivered from the fuel pump 12 is 
supplied via a fuel supply pipe to the common rail 11 at 
which the pressure of the fuel is raised to a certain level, 
and is then distributed to the fuel injection valves 10 of 
the respective cylinders. When drive current is applied 
to one of the fuel injection valves 1 0 thus supplied with 
the pressurized fuel, the fuel injection valve 10 is 
opened, to inject the fuel therefrom. The ECU 9 controls 
the valve opening timing and the valve opening period 
(or injection period) of each of the fuel injection valves 
1 0 in accordance with operating conditions of the engine 
1. 

[0033] Exhaust gas produced in the combustion 
chamber of each cylinder of the engine 1 is discharged 
into an exhaust manifold 14, and is then emitted to the 
atmosphere via an exhaust collection pipe 15, an ex- 
haust pipe 1 6, and a muffler (not illustrated in Fig. 1 ). A 
portion of the exhaust gas discharged into the exhaust 
manifold 1 4 may be recirculated into the intake manifold 
2 through an exhaust recirculation pipe 23. An EGR 
cooler 24 and an EGR valve 25 are provided between 
the opposite ends of the exhaust recirculation pipe 23. 
The ECU 9 controls the opening amount of the EGR 
valve 25 in accordance with the operating conditions of 
the engine 1 , so as to control the quantity of exhaust gas 
recirculated into the intake manifold 2. 
[0034] A turbine 6b of the turbocharger 6 is provided 
at one end of the exhaust collection pipe 1 5 remote from 
the exhaust manifold 14, and a casing 18 that houses 
an occlusion-reduction type NOx catalyst 17 (or a lean 
NOx catalyst) is provided midway the exhaust pipe 16. 
Furthermore, an air-fuel ratio sensor 26 that generates 
an electric signal indicative of the air-fuel ratio of ex- 
haust gas flowing through the exhaust pipe 16 is dis- 
posed downstream of the casing 1 8 in the exhaust pipe 
1 6. The turbine 6b, which is driven by the exhaust gas, 
drives the compressor 6a coupled to the turbine 6b so 
as to elevate the pressure of the intake air. 
[0035] Next, the occlusion-reduction type NOx cata- 
lyst 17 (which may be simply called "NOx catalyst") re- 
ceived in the casing 18 of the exhaust pipe 16 will be 
described in detail. 

[0036] The occlusion-reduction type NOx catalyst 1 7 
includes (a) a support (support) formed of, for example, 
alumina (Al 2 0 3 ), (b) at least one element carried on the 
support and selected from alkali metals such as potas- 
sium (K), sodium (Na), lithium (Li) and cesium (Cs), al- 
kali earth metals such as barium (Ba) and calcium (Ca) : 
and rare earth metals such as lanthanum (La) and yt- 



trium (Y) s and (c) at least one noble metal such as plat- 
inum (Pt) also carried on the support. 
[0037] The NOx catalyst 17 has the function of ab- 
sorbing and releasing NOx. More specifically, the NOx 
5 catalyst 17 absorbs NOx when the air-fuel ratio (which 
will be called "exhaust air-fuel ratio) of exhaust gas to 
which the NOx catalyst 1 7 is exposed is on the lean side 
of the stoichiometric value, and releases the absorbed 
NOx in the form of N0 2 or NO when the exhaust air-fuel 
10 ratio becomes equal to or richer than the stoichiometric 
value and the oxygen concentration in the exhaust gas 
is lowered. The NOx (N0 2 or NO) released from the NOx 
catalyst 17 is immediately reduced into N 2 by reaction 
with unburned hydrocarbon (HC) and/or carbon monox- 
'5 jde (CO) contained in the exhaust gas. It is thus possible 
to remove HC, CO and NOx from the exhaust gas by 
appropriately controlling the exhaust air-fuel ratio. 
[0038] In this specification, the exhaust air-fuel ratio 
means the ratio of the total amount of air supplied to the 
20 engine 1 to the total amount of fuel (hydrocarbon) sup- 
plied to the engine 1 . The total amount of air or fuel in- 
cludes those amounts of air or fuel that is supplied to an 
exhaust passage upstream of the NOx catalyst, engine 
combustion chambers, an intake passage, and other 
25 parts of the engine 1 . When none of the fuel (or reducing 
agent) and air is supplied to the exhaust passage up- 
stream of the NOx catalyst, the exhaust air-fuel ratio is 
equal to the air-fuel ratio of an air-fuel mixture that is 
supplied to the engine combustion chambers. 
30 [0039] In diesel engines, an air-fuel mixture that is 
normally burned in the combustion chambers is consid- 
erably fuel-lean, that is, the air-fuel ratio of the air-fuel 
mixture to be burned is considerably greater than the 
stoichiometric value (which is between 14 and 15). 
35 When the diesel engine is in a normal operating state, 
therefore, the air-fuel ratio of exhaust gas that enters 
the NOx catalyst is considerably lean. In this normal op- 
erating state, therefore, NOx contained in the exhaust 
gas is likely to be absorbed in the NOx catalyst, while 
40 only an extremely small amount of NOx is released from 
the NOx catalyst. 

[0040] In gasoline engines, the air-fuel ratio of an air- 
fuel mixture supplied to the combustion chambers may 
be controlled to be stoichiometric or rich, so that the re- 
45 suiting exhaust gas has a stoichiometric or rich air-fuel 
ratio. In this manner, the oxygen concentration in the 
exhaust gas is lowered, so that the NOx absorbed in the 
NOx catalyst can be released from the catalyst. In the 
case of diesel engines, however, it is undesirable or im- 
50 practicable to control the air-fuel ratio of an air-fuel mix- 
ture supplied to the combustion chambers to be stoichi- 
ometric or rich, because soot is produced upon combus- 
tion of such an air-fuel mixture. 
[0041] In the diesel engine, therefore, a reducing 
55 agent needs to be supplied to the exhaust gas so as to 
lower the oxygen concentration of the exhaust gas, in 
suitable timing before the NOx absorbing capability of 
the NOx catalyst gets saturated, so that the NOx ab- 
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sorbed in the NOx catalyst is released and reduced. 
Generally, light oil, which is used as a fuel of diesel en- 
gines, may be used as the reducing agent. 
[0042] In view of the above situation, the ECU 9 of the 
emission control system of this embodiment estimates 
the amount of NOx absorbed in the NOx catalyst, based 
on the past operating state of the engine 1 , and causes 
a flow control valve 22 to open for a certain period of 
time so as to inject a certain amount of fuel through a 
fuel injection nozzle 1 9 when the estimated NOx amount 
reaches a predetermined value. As a result, the oxygen 
concentration in the exhaust gas that enters the NOx 
catalyst is lowered, and the NOx absorbed in the NOx 
catalyst is released and reduced into N 2 . 
[0043] More specifically, the internal combustion en- 
gine 1 of this embodiment is provided with a reductant 
supply device that functions to add fuel (e.g., light oil) 
serving as a reducing agent, to exhaust gas that flows 
through the exhaust passage located upstream of the 
NOx catalyst 1 7. In the present embodiment, the reduct- 
ant supply device includes the fuel pump 1 2 and the fuel 
injection nozzle 1 9 as mentioned above, a fuel pipe 20, 
a fuel passage 21, the above-mentioned flow control 
valve 22, and other components. The fuel injection noz- 
zle 19, which serve as a supply port of the reductant 
supply device, is mounted on a cylinder head 30 of the 
engine 1 , such that the nozzle 1 9 is exposed to an ex- 
haust port 13 of the first cylinder #1. In operation, fuel 
that is pumped from the fuel pump 12 can be supplied 
to the fuel injection nozzle 19, via the fuel pipe 20 and 
the fuel passage 21 formed in the cylinder head 30. The 
flow control valve 22 provided midway the fuel pipe 20 
serves to control the flow rate or quantity of fuel flowing 
through the fuel pipe 20, thereby to control the amount 
of the reducing agent added to the exhaust gas. 
[0044] A portion of the fuel pipe 20 that is located up- 
stream of the flow control valve 22 is provided with a 
shutoff valve 31 for shutting off or cutting flow of fuel 
through the pipe 20, and a reductant pressure sensor 
32 that outputs an electric signal indicative of the pres- 
sure within the fuel pipe 20. The reductant pressure sen- 
sor 32 is disposed between the flow control valve 22 and 
the shutoff valve 31. 

[0045] The fuel injection nozzle 1 9 is mounted on the 
cylinder head 30 such that fuel is injected from the noz- 
zle 19 toward the exhaust collection pipe 15. When the 
flow control valve 22 is opened, a high-pressure fuel de- 
livered from the fuel pump 12 is fed to the fuel injection 
nozzle 1 9 through the fuel pipe 20. The pressure of the 
fuel is applied to the fuel injection nozzle 19, and the 
fuel injection nozzle 19 opens when the fuel pressure 
reaches a certain valve-opening level, so that the reduc- 
ing agent is injected through the fuel injection nozzle 1 9. 
[0046] When the flow control valve 22 is closed, and 
supply of the fuel from the fuel pump 12 is stopped, on 
the other hand, the fuel pressure that has acted on the 
fuel injection nozzle 1 9 is reduced to be smaller than the 
above-indicated valve-opening level. As a result, the fu- 



el injection nozzle 19 is closed, and fuel injection is 
stopped. 

[0047] The ECU 9 controls opening and closing of the 
flow control valve 22, and also controls the opening 
5 amount of the flow control valve 22. The pressure of the 
fuel fed to the fuel injection nozzle 1 9 is raised with an 
increase in the opening amount of the valve 22, and is 
lowered with a reduction in the opening amount of the 
valve 22. 

10 [0048] The exhaust recirculation pipe 23 (which will 
be abbreviated to "EGR pipe") through which a portion 
of the exhaust gas is returned to the intake system is 
connected at one end thereof to a portion of the exhaust 
manifold 1 4 that faces the fourth cylinder #4. The other 
is end of the EGR pipe 23 is connected to the intake man- 
ifold 2. The EGR cooler 24 and the EGR valve 25 are 
provided between the opposite ends of the EGR pipe 
23, as described above. The ECU 9 controls the opening 
amount of the EGR valve 25 in accordance with the op- 
20 erating state of the engine 1 , so as to control the amount 
of exhaust gas recirculated. In this embodiment, the 
EGR pipe 23, EGR cooler 24 and the EGR valve 25 con- 
stitute an exhaust gas recirculation (EGR) system. 
[0049] Since the fuel injection nozzle 19 injects fuel 
25 toward the exhaust collection pipe 15 as described 
above, the fuel added to the exhaust gas smoothly flows 
into the exhaust collection pipe 15. Furthermore, the fuel 
injection valve 19 is mounted at the exhaust port 13 of 
the first cylinder #1 , while the EGR pipe 23 is connected 
30 to the exhaust manifold 1 4 at a location in the vicinity of 
the fourth cylinder #4. This arrangement reduces or 
eliminates a possibility that the fuel supplied from the 
fuel injection nozzle 19 is introduced into the EGR pipe 
23. 

35 [0050] The ECU 9 has a digital computer including a 
read-only memory (ROM), a random access memory 
(ROM), a central processing unit (CPU), an input port 
and an output port, which are interconnected via a bidi- 
rectional bus. The ECU 9 performs basic engine control 
40 operations, such as an operation to control the amount 
of fuel injected into the engine 1 . 
[0051] To perform the engine control operations, the 
ECU 9 receives, at the input port, an input signal from 
an accelerator position sensor 28 and an input signal 
45 from a crank angle sensor 27. The accelerator position 
sensor 28 generates an output voltage that is propor- 
tional to the accelerator position (i.e., the amount of de- 
pression of the accelerator pedal) to the ECU 9, which 
in turn calculates the engine load based on the output 
50 signal of the accelerator position sensor 28. The crank 
angle sensor 27 generates an output pulse to the ECU 
9 each time the crankshaft rotates a predetermined an- 
gle, and the ECU 9 calculates the engine speed based 
on the output pulses. The ECU 9 determines the current 
55 engine operating state based on the engine load and 
the engine speed, and calculates a fuel injection amount 
that is suitable for the current engine operating state, 
referring to an injection amount map (not shown). The 
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ECU 9 then calculates a valve-opening period of the fuel 
injection valve 10 that corresponds to the fuel injection 
amount thus calculated, and controls the operation of 
the fuel injection valve 10 based on the valve-opening 
period thus determined. 

[0052] In the internal combustion engine 1 , the NOx 
catalyst 17 is disposed in the exhaust passage 16, as 
described above, and a NOx absorbent carried on the 
NOx catalyst 17 has the function of absorbing and re- 
leasing NOx. The mechanism of absorption and reduc- 
tion of NOx is illustrated in Fig. 2A and Fig. 2B by way 
of example. While Fig. 2A and Fig. 2B show an example 
in which platinum Pt and barium Ba are carried on the 
support of the NOx catalyst 1 7, similar mechanisms may 
be provided when other noble metals, alkali metals, al- 
kali earth metals or rare earth metals are used. The 
mechanism of Fig. 2A and Fig. 2B will be briefly de- 
scribed. 

[0053] When the exhaust gas emitted from the com- 
bustion chambers of the engine 1 continues to be fuel- 
lean, the oxygen concentration of the exhaust gas that 
enters the NOx catalyst 17 increases, and the oxygen 
0 2 thus increased is deposited in the form of 0 2 " or O 2- 
on the surface of platinum Pt, as shown in Fig. 2A. Then, 
0 2 " or O 2 " reacts with NO contained in the exhaust gas 
to form N0 2 (as represented by: 2NO + 0 2 2N0 2 ). A 
portion of the N0 2 thus produced is further oxidized on 
platinum Pt, and is absorbed into the NOx absorbent to 
combine with barium oxide BaO. As a result, nitrate ions 
NO3- are diffused in the NOx absorbent, as shown in 
Fig. 2A. In this manner, NOx is absorbed in the NOx ab- 
sorbent. 

[0054] While the exhaust gas entering the NOx cata- 
lyst 17 has a high oxygen concentration, N0 2 is pro- 
duced on the surface of platinum Pt, and the N0 2 is kept 
absorbed into the NOx absorbent to form nitrate ions 
N0 3 " until the NOx absorbing capability of the NOx ab- 
sorbent is saturated. 

[0055] If the oxygen concentration of the exhaust gas 
is lowered and the amount of N0 2 produced on the sur- 
face of Pt is reduced, on the other hand, reverse reac- 
tions, i.e., NO3- N0 2 , take place, and the N0 2 formed 
from the nitrate ions N0 3 * are released from the NOx 
absorbent. Namely, when the exhaust gas that enters 
the NOx catalyst 17 is less fuel-lean, with the oxygen 
concentration of the exhaust gas being reduced. NOx is 
released from the NOx absorbent of the NOx catalyst 
17. 

[0056] When the air-fuel ratio of the exhaust gas is 
made fuel-rich, on the other hand, HC and CO react with 
oxygen 0 2 ' or O 2 ' on platinum Pt, and are oxidized. 
Since the oxygen concentration of the exhaust gas is 
considerably reduced when the air-fuel ratio of the ex- 
haust gas is rich, N0 2 is released from the NOx absorb- 
ent, and the N0 2 thus released is reduced by reaction 
with unburned HC and CO, as illustrated in Fig. 2B, and 
removed in the form of N 2 . If no further N0 2 exists on 
the surface of platinum Pt, more N0 2 is successively 



released from the NOx absorbent. 
[0057] When the air-fuel ratio of the exhaust gas is 
made rich, therefore, NOx is released from the NOx ab- 
sorbent in a relatively short time, and reduced and re- 

5 moved in the form of N 2 . 

[0058] In this embodiment in which the diesel engine 
1 is employed, the air-fuel ratio of exhaust gas produced 
during normal operations of the engine 1 is fuel-lean, 
and therefore the NOx absorbent absorbs NOx in the 

10 exhaust gas in the normal operating state of the engine 
1 . If the reducing agent is supplied to the exhaust port 
located upstream of the NOx catalyst 1 7, the air-fuel ra- 
tio of the exhaust gas that passes through the NOx cat- 
alyst 17 turns to be rich, and NOx is released from the 

15 NOx absorbent of the catalyst 1 7 and reduced. 

[0059] In this embodiment, light oil used as a fuel of 
the engine 1 is also used as the reducing agent for re- 
ducing NOx. The use of the light oil is advantageous in 
view of the storage, replenishment or resupply, and oth- 

20 er factors. 

[0060] In general, the reducing agent (e.g. , fuel in this 
embodiment) is supplied under various conditions, 
which include, for example, the pressure under which 
the reducing agent is supplied or injected, and the period 

25 and interval of supply of the reducing agent. In this em- 
bodiment, fuel serving as a reducing agent, which is 
used in one process of releasing and reducing NOx. is 
added to the exhaust gas a plurality of times, rather than 
at a time. In other words, the addition of the fuel is carried 

30 out on two or more occasions during one NOx releasing 
and reducing process, so as to achieve efficient releas- 
ing and reduction of NOx. This manner of adding the 
fuel as a reducing agent will be called "multiple-time ad- 
dition" of the fuel or reductant, when appropriate. 

35 [0061] When the fuel is supplied from the fuel injection 
nozzle 1 9 to the exhaust gas in the exhaust port 1 3, the 
amount of the fuel supplied and the implementation of 
the multiple-time addition of the fuel are controlled in the 
manners as described below, based on a load condition 

40 of the engine 1 . 

First Example 

[0062] In a first example of a control operation per- 
45 formed by the emission control system of this embodi- 
ment, the ECU 9 initially reads operating conditions of 
the engine 1 . More specifically, the ECU 9 calculates the 
engine load based on the output signal of the accelera- 
tor position sensor 28, and calculates the engine speed 
50 based on the output pulses of the crank angle sensor 
27. The ECU 9 then determines the engine operating 
state based on the engine load and the engine speed, 
and calculates a fuel injection amount that is suitable for 
the engine operating state, with reference to an injection 
55 amount map (not shown). 

[0063] Subsequently, the ECU 9 estimates the 
amount of NOx absorbed in the NOx catalyst, from the 
past operating state of the engine 1 or the history of the 
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operating state of the engine 1 , and causes a fuel as a 
reducing agent to be injected from the fuel injection noz- 
zle 19 into the exhaust gas when the estimated NOx 
amount reaches a predetermined value. To permit injec- 
tion of the fuel, the flow control valve 22 is opened so 
that a portion of the fuel delivered from the fuel pump 
1 2 is supplied to the fuel injection nozzle 1 9 through the 
fuel pipe 20. 

[0064] The injection of the fuel in one NOx releasing 
and reducing process as described above is accom- 
plished by performing a plurality of fuel injecting opera- 
tions in each of which the fuel is injected by a predeter- 
mined amount. To enable the multiple-time fuel addition, 
the ECU 9 controls the flow control valve 22 to open and 
close intermittently, so that the fuel is injected from the 
fuel injection nozzle 1 9 at predetermined time intervals. 
More specifically, the ECU 9 generates addition com- 
mands (or ON/OFF signals) three times as shown in Fig. 
3A, so as to open and close the flow control valve 22 in 
accordance with the commands. Thus, the fuel injection 
is carried out at the predetermined intervals such that 
each fuel injection lasts for a predetermined period of 
time. 

[0065] During the multiple-time fuel addition as de- 
scribed above, the air-fuel ratio of the exhaust gas as 
measured at the NOx catalyst 1 7, which is generated by 
the air-fuel sensor 26, goes up and down with respect 
to a target air-fuel ratio that is close to the stoichiometric 
value, as shown in Fig. 3B. Even with such fluctuations 
of the exhaust air-fuel ratio, the average of the air-fuel 
ratio during the multiple-time fuel addition can be made 
substantially equal to the target air-fuel ratio. 
[0066] Thus, the air-fuel ratio measured at around the 
NOx catalyst can be mimetically made equal to the tar- 
get air-fuel ratio, and ineffective addition of fuel can be 
suppressed or avoided, resulting in a reduced amount 
of HC passing through the NOx catalyst 17. Further- 
more, the air-fuel ratio at the NOx catalyst can be kept 
close to the stoichiometric value for an extended period 
of time, so that NOx can be removed with improved ef- 
ficiency. 

Second Example 

[0067] In a second example of a control operation per- 
formed by the emission control system of this embodi- 
ment, the fuel injection is performed a plurality of times, 
such that the amount of the fuel added in the second 
and subsequent fuel injecting operations is smaller than 
that added in the first fuel injecting operation. 
[0068] In the first example as described above, sub- 
stantially the same amount of the fuel is added in the 
three injecting operations during the multiple-time fuel 
injection. If the air-fuel ratio is made rich by the initial 
fuel injection, and the next fuel injection is then executed 
before the air-fuel ratio returns completely to the original 
lean value, as illustrated in Fig. 4 by way of example, 
the resulting air-fuel ratio becomes excessively rich 



since fuel-rich exhaust gases are successively fed to the 
NOx catalyst 1 7. In this case, the amount of the fuel 
which is not effective to reduce NOx is increased, and 
HC contained in the fuel may pass through the NOx cat- 
5 alyst 1 7 without being consumed at the NOx catalyst 1 7. 
[0069] In view of the above situation, the amount of 
the fuel injected from the fuel injection nozzle 1 9 in each 
of the second and subsequent injecting operations is 
controlled to be smaller than that injected in the first in- 
to jecting operation. To this end, the ECU 9 may control 
the flow control valve 22, for example, so as to inject the 
fuel for a relatively long period of time in the first injecting 
operation, and reduce the fuel injection period for the 
second and subsequent injecting operations. 
15 [0070] Other means or methods may be employed for 
controlling the amount of the fuel injected in the second 
and following injecting operations to be smaller than that 
injected in the first injecting operation. For example, the 
fuel is injected at a relatively high pressure in the initial 
injecting operation, and the pressure at which the fuel 
is injected is lowered for the second and subsequent in- 
jecting operations. In another method, the interval be- 
tween the first and second injecting operations is made 
shorter than that between the injecting operations fol- 
lowing the first injecting operation. 
[0071] Fig. 5A through Fig. 5D indicate various pat- 
terns of addition of the fuel. The ECU 9 controls the flow 
control valve 22 in accordance with a fuel addition pat- 
tern selected from the patterns of Fig. 5A to Fig. 5D that 
are stored in advance in the ROM. 
[0072] In the pattern as shown in Fig. 5A, a relatively 
large amount of the fuel is added in the first injecting 
operation, and the amount of the fuel added is reduced 
for the second and subsequent injecting operations. 
[0073] To realize the fuel addition pattern of Fig. 5A, 
the size of a nozzle hole of the fuel injection nozzle 19, 
which is made variable, is controlled to be relatively 
large during the first injecting operation, and the size of 
the nozzle hole is reduced for the second and subse- 
quent injecting operations. 

[0074] In the pattern as shown in Fig. 5B, the fuel is 
injected for a relatively long period of time in the first 
injecting operation, and the period of injection of the fuel 
(which may also called "fuel injection time") is reduced 
for the second and subsequent injecting operations. 
With the fuel injection time thus changed, the initial in- 
terval between the first and second injecting operations 
is relatively large, and the interval between two succes- 
sive injecting operations following the first injecting op- 
eration is reduced as compared with the initial interval. 
Here, the interval between two successive injecting op- 
erations is defined as a period of time between the start 
of injection of the fuel in one fuel injecting operation and 
the start of injection of the fuel in the next injecting op- 
eration that occurs right after the above-indicated one 
injecting operation. 

[0075] To realize the fuel addition pattern of Fig. 5B, 
the flow control valve 22 is opened for a relatively long 
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period of time in the first fuel injecting operation, and the 
valve-opening period of the flow control valve 22 is re- 
duced for the second and subsequent injecting opera- 
tions. 

[0076] In the pattern as shown in Fig. 5C, the fuel is 
injected at a relatively high pressure in the first injecting 
operation, and the pressure at which the fuel is injected 
is lowered for the second and subsequent injecting op- 
erations. In this case, the interval between two succes- 
sive injecting operations is constant. If the pressure at 
which the fuel is injected is increased, an increased 
amount of fuel is injected from the fuel injection nozzle 
1 9. Thus, within the same period of injection of the fuel, 
the amount of the fuel injected increases with an in- 
crease in the fuel injection pressure. 
[0077] To realize the fuel addition pattern of Fig. 5C, 
the flow control valve 22 is fully opened during the first 
fuel injecting operation, so that the pressure in the fuel 
passage 21 is kept high, and the opening amount of the 
flow control valve 22 is reduced in the second and sub- 
sequent injecting operations, so that the fuel injection 
pressure at the fuel injection nozzle 19 is lowered. 
[0078] In the pattern as shown in Fig. 5D, the interval 
between the first and second fuel injecting operations is 
made shorter than that between the second and third 
injecting operations. 

[0079] To realize the fuel addition pattern of Fig. 5D : 
the flow control valve 22 is opened in the second inject- 
ing operation upon a lapse of a relatively short time after 
the flow control valve 22 is closed at the end of the first 
injecting operation. Subsequently, the flow control valve 
22 is closed for a relatively long time between two suc- 
cessive injecting operations, 

[0080] The patterns of Figs. 5A, 5B, 5C and Fig. 5D 
are stored in the ROM of the ECU 9, and the control 
operations according to these patterns may be per- 
formed as needed, depending upon the engine operat- 
ing conditions, such as the engine load. If possible, two 
or more of these control operations may be carried out 
in combination. For example, the fuel is injected at a rel- 
atively high pressure for a relatively long period of time 
in the first injecting operation , and the fuel injection pres- 
sure is lowered and the fuel injection time is shortened 
for the second and subsequent injecting operations. 
[0081] By varying the manner of adding the fuel as a 
reducing agent in the second and subsequent injecting 
operations from that in the first injecting operation, ac- 
cording to a selected one or more of the patterns of Fig. 
5A to Fig. 5B, the air-fuel ratio measured at the NOx 
catalyst 1 7 can be controlled to be mimetically close to 
the target air-fuel ratio, which leads to a reduction in the 
amount of fuel that is not effective to reduce NOx ab- 
sorbed in the NOx absorbent. 

Third Example 

[0082] In a third example of a control operation per- 
formed by the emission control system of this embodi- 



ment, in which multiple-time fuel addition is performed, 
fuel addition control is executed after the first injecting 
operation. Namely, the fuel injection amount, fuel injec- 
tion time, injection interval, or the like, associated with 
s the second and subsequent injecting operations is cor- 
rected based on an engine operating state (such as N 
F ratio) detected after the first injecting operation, as 
schematically shown in Fig. 6. For example, the amount 
of the fuel injected in the second and subsequent fuel 
'0 injecting operations is controlled to a value that is cor- 
rected based on the air-fuel ratio that is generated from 
the air-fuel ratio sensor 26 located downstream of the 
NOx catalyst 17 after the first injecting operation, as 
shown in Fig, 7. 
is [0083] In the control operation as described above, 
the ECU 9 initially calculates the amount of addition of 
the fuel required for making the air-fuel ratio at the NOx 
catalyst 1 7 substantially equal to the target air-fuel ratio, 
based on the engine speed Ne and the fuel injection 
amount Qfin. When the calculated amount of fuel is add- 
ed by executing a plurality of fuel injecting operations, 
in other words, when multiple-time fuel addition is car- 
ried out to accomplish the addition of the calculated 
amount of the fuel, the base fuel injection time xb of the 
first injecting operation is determined based on the en- 
gine speed Ne and the fuel injection amount Qfin, and 
the interval Tintml between two successive injecting op- 
erations in the multiple-time addition is determined in 
accordance with the target air-fuel ratio, based on the 
base fuel injection time xb. Also : the base rich time 
Trichb corresponding to the base injection time xb is cal- 
culated. In addition, the set number of the fuel injecting 
operations to be executed in the multiple-time addition 
is determined so that the total amount of fuel injected 
during the multiple-time fuel addition becomes equal to 
a predetermined value (i.e., the calculated amount of fu- 
el as indicated above), 

[0084] Here, the base fuel injection time xb is defined 
as a basic period of time in which the fuel injection noz- 
zle 19 is held opened and the fuel is injected from the 
nozzle 19. The interval Tintml of the multiple-time fuel 
addition is defined as a time interval between the start 
of one fuel injecting operation and the start of the next 
fuel injecting operation. The base rich time Trichb is de- 
fined as a period of time during which the air-fuel ratio 
is in a richer region with respect to a threshold value 
Trichaf (namely, the air-fuel ratio is richer than the 
threshold value Trichaf) as a result of a single fuel in- 
jecting operation. 

[0085] Subsequently, the ECU 9 executes the first in- 
jecting operation by opening the flow control valve 22, 
and compares the air-fuel ratio generated from the air- 
fuel sensor 26 after the fuel injection, with the threshold 
value Trichaf. Here, the threshold value Trichaf, which 
is higher (i.e., leaner) than the target air-fuel ratio close 
to the stoichiometric value, is defined as a boundary val- 
ue of the air-fuel ratio that is at least required for the NOx 
catalyst 17 to release and reduce NOx by rich spikes. 
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When the air-fuel ratio generated from the air-fuel ratio 
sensor 26 is leaner than the threshold value, the ECU 
9 increases the rich time Trich in the next injecting op- 
eration so that the resulting air-fuel ratio becomes richer 
than the threshold value Trichaf. 
[0086] Subsequently, the ECU 9 executes the next fu- 
el injecting operation, and compares the air-fuel ratio 
generated by the air-fuel ratio sensor 26 with the thresh- 
old value Trichaf again. If the output of the air-fuel ratio 
sensor 26 is richer than the threshold value Trichaf, the 
rich time Trich of the second and subsequent fuel inject- 
ing operations is compared with the base rich time 
Trichb of the first injecting operation, and the base fuel 
injection time xb is corrected depending upon the result 
of the comparison, if the comparison between the base 
rich time Trichb and the rich time Trich indicates that the 
rich time Trich is equal to or greater than the base rich 
time Trichb, the base fuel injection time xb for the follow- 
ing injecting operations is reduced. If the rich time Trich 
is less than the base rich time Trichb, on the other hand, 
the base injection time xb for the following injecting op- 
erations is increased. With this correction, the ECU 9 
resets the rich time Trich. If all of the fuel injecting oper- 
ations in the multiple-time fuel addition have not yet 
been finished, the next fuel injection is performed based 
on the reset rich time Trich. 

[0087] When the base fuel injection time xb is correct- 
ed to be reduced as shown in Fig. 7, the rich time Trich 
in the second and subsequent injecting operations is ac- 
cordingly reduced to a certain length, and the richest air- 
fuel ratio (Richpeak in Fig. 7) that can be achieved dur- 
ing each fuel injection is kept at substantially the same 
level. If the above correction is not made, the richest air- 
fuel ratio (Richpeak) continues to be richer for each fuel 
injecting operation as shown in Fig. 4, which means an 
excessively large amount of fuel added to the exhaust 
gas. 

[0088] The richest values (Richpeak) of the air-fuel ra- 
tio as indicated in Fig. 7 may be used for the correction 
of the base fuel injection time xb. In this case, the rich 
peak value of the air-fuel ratio is integrated upon each 
fuel injecting operation, and, when the integrated value 
exceeds a predetermined value, the base injection time 
xb is corrected to be reduced, depending upon the de- 
gree by which the integrated value exceeds the prede- 
termined value. 

[0089] Similarly, a value obtained by subtracting the 
threshold value Trichaf from the output of the air-fuel ra- 
tio sensor 26 may be used for the correction of the base 
injection time xb. In this case, the above-indicated value 
is integrated upon each fuel injecting operation, and, 
when the integrated value exceeds a predetermined val- 
ue, the base fuel injection time xb is corrected to be re- 
duced, depending upon the degree by which the inte- 
grated value exceeds the predetermined value. 
[0090] On the other hand, the air-fuel ratio is changed 
or shifted to the lean side during a period between one 
fuel injecting operation and the next fuel injecting oper- 



ation, in which no fuel is added to the exhaust gas. As 
shown in Fig. 7, the most fuel-lean value of the air-fuel 
ratio that can be achieved during this period is kept sub- 
stantially constant with respect to the multiple fuel in- 

5 jecting operations. With the multiple-time addition thus 
performed, the air-fuel ratio fluctuates between the lean 
side and the rich side of the target air-fuel ratio, such 
that the average air-fuel ratio is made substantially close 
to the target air-fuel ratio. 

10 [0091] Accordingly, the fuel as a reducing agent is 
prevented from passing through the NOx catalyst 17. 
Furthermore, the multiple-time fuel injection can be car- 
ried out with improved accuracy, due to feedback control 
performed based on the actual air-fuel ratio generated 

is from the air-fuel ratio sensor 26 after fuel injection, thus 
assuring highly efficient removal of NOx. 
[0092] The fuel addition control as described is exe- 
cuted according to a fuel addition routine as illustrated 
in Fig. 8. This control routine is stored in advance in the 

20 ROM of the ECU 9, and is repeatedly executed by the 
CPU. The fuel addition control will be now described 
with reference to the routine of Fig. 8. 
[0093] Step 1 00 is initially executed to determine the 
base fuel injection time xb of the first injecting operation 

25 and the multiple-time injection interval Tintml, based on 
the engine speed Ne and the fuel injection amount Qfin. 
Also determined in step 100 are the base rich time 
Trichb corresponding to the base injection time xb, and 
the set number of fuel injecting operations required for 

30 making the total amount of the added fuel substantially 
equal to a predetermined amount. 
[0094] The control process then proceeds to step 1 01 
in which the first injecting operation is performed in 
which the fuel serving as a reducing agent is injected 

35 from the fuel injection nozzle 19 under the above-de- 
scribed conditions. 

[0095] Subsequently, step 102 is executed to com- 
pare the output value of the air-fuel ratio sensor 26 after 
the fuel injection with the threshold value Trichaf. If the 

40 air-fuel ratio generated from the air-fuel ratio sensor 26 
is leaner than the threshold value Trichaf, the control 
process proceeds to step 1 03. 
[0096] In step 1 03, the rich time Trich for the second 
and subsequent injecting operations is increased so that 

45 the air-fuel ratio becomes richer than the threshold value 
Trichaf. 

[0097] Step 1 04 is then executed to determine wheth- 
er the rich time Trich is greater than the multiple-time 
injection interval Tintml. If the rich time Trich is greater 

50 than the multiple-time injection interval Tintml, the con- 
trol process proceeds to step 105 in which further fuel 
addition is inhibited assuming that the exhaust gas will 
be in an excessively rich state, or the fuel injector, cal- 
culating means, or the like, is determined as being at 

55 fault. 

[0098] If it is determined in step 1 04 that the rich time 
Trich is shorter than the multiple-time injection interval 
Tintml, the next fuel injecting operation is carried out, 



11 



09/22/2003, EAST version: 1.04.0000 



19 



EP 1 176 289 A2 



20 



and then the air-fuel ratio received from the air-fuel ratio 
sensor 26 is compared with the threshold value Trichaf. 
If the output of the air-fuel ratio sensor 26 is richer than 
the threshold value Trichaf, the control process pro- 
ceeds to step 1 06 in which the rich time Trich of the sub- 
sequent injecting operations is compared with the base 
rich time Trichab (i.e. , the rich time Trich in the last cycle) 
of the first injecting operation. If the rich time Trich is 
less than the base rich time Trichb, the control process 
proceeds to step 108 in which the base fuel injection 
time xb is corrected to be reduced, and step 1 09 is then 
executed to reset the rich time Trich. If the rich time Trich 
is equal to or greater than the base rich time Trichb, on 
the other hand, the base injection time xb is corrected 
to be increased, and step 1 09 is then executed to reset 
the rich time Trich. 

[0099] In the next step 110, it is determined whether 
the set number of fuel injecting operations have been 
carried out. If a negative decision (NO) is obtained in 
step 110, the control process returns to step 101 in 
which the fuel is injected from the fuel injection nozzle 
19. 

[0100] If the set number of fuel injecting operations 
have been finished, the control routine is terminated. 
[0101] In the third example as described above, the 
amount of the fuel added in the second and subsequent 
injecting operations is corrected based on the air-fuel 
ratio outputted from the air-fuel ratio sensor 27 located 
downstream of the NOx catalyst 1 7 after the first inject- 
ing operation, thus assuring improved accuracy in the 
addition of the fuel to the exhaust gas. 

Other Embodiments 

[0102] While the invention is applied to a diesel en- 
gine in the illustrated embodiment, the invention is 
equally applicable to gasoline engines capable of oper- 
ating in a lean-burn mode. 

[0103] In another embodiment of the invention, the 
ECU 9 controls the timing of fuel injection from the fuel 
injection nozzle 1 9, to be in synchronism with the timing 
of opening of exhaust valves (not shown) through which 
exhaust gas is emitted from the respective cylinders into 
the exhaust manifold 14, in accordance with rotation of 
the engine 1 as represented by the signal from the crank 
angle sensor 27. With this control, the fuel injected from 
the fuel injection nozzle 19 can flow along with the ex- 
haust gas emitted from the cylinders, through the ex- 
haust collection pipe 1 5 and the exhaust pipe 1 6. Thus, 
the added fuel is less likely to be deposited on the walls 
of the exhaust collection pipe 15 and the exhaust pipe 
16. Consequently, the added fuel reaches the NOx cat- 
alyst 1 7 without fail, and effectively reduces and releas- 
es NOx absorbed in the NOx absorbent of the catalyst 
17. 

[01 04] An emission control system of an lean-burn in- 
ternal combustion engine (1) includes a NOx catalyst 
(17), and a reductant supply device (12, 19, 20, 21 , 22) 



disposed upstream of the NOx catalyst for adding a re- 
ducing agent so as to release and reduce NOx absorbed 
in the NOx catalyst. The emission control system de- 
tects an engine load, and calculates an amount of the 
5 reducing agent that is added in one NOx reducing proc- 
ess, based on the engine load. The system then exe- 
cutes a plurality of reductant adding operations in a con- 
trolled manner so as to provide the calculated amount 
of the reducing agent. 

10 

Claims 

1 . An emission control system of an internal combus- 
ts tion engine (1) capable of operating in a lean-burn 
mode, including (a) a NOx catalyst (1 7) disposed in 
an exhaust passage (1 6) of the internal combustion 
engine, such that the NOx catalyst absorbs NOx 
contained in an exhaust gas, and (b) reductant sup- 
ply means (12, 19, 20, 21, 22) disposed upstream 
of the NOx catalyst, for adding a reducing agent to 
the exhaust gas so as to release and reduce NOx 
absorbed in the NOx catalyst, characterized by fur- 
ther comprising: 

load detecting means (5, 28) for detecting a 
load of the internal combustion engine; 
calculating means for calculating an amount of 
the reducing agent that is added in one NOx 
reducing process, based on the load of the in- 
ternal combustion engine; and 
control means for controlling addition of the re- 
ducing agent by executing a plurality of reduct- 
ant adding operations so as to provide the cal- 
culated amount of the reducing agent. 

An emission control system according to claim 1, 
further comprising means for determining whether 
it is possible to add the reducing agent, depending 
upon an operating state of a vehicle having the in- 
ternal combustion engine. 

An emission control system according to claim 1 or 
claim 2, wherein the control means controls an 
amount of the reducing agent added in each of the 
plurality of reductant adding operations, such that 
the amount of the reducing agent added in a first 
reductant adding operation is made smaller than 
that of the reducing agent added in each of second 
and subsequent reductant adding operations. 

An emission control system according to any one 
of claims 1 to 3, wherein the control means controls 
a period of time during which the reducing agent is 
added in each of the plurality of reductant adding 
operations, such that the period of addition of the 
reducing agent in a first reductant adding operation 
is made longer than that of the reducing agent in 
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each of second and subsequent reductant adding 
operations. 

5. An emission control system according to any one 
of claims 1 to 4, wherein the control means controls 
a pressure at which the reducing agent is added in 
each of the plurality of reductant adding operations, 
such that the pressure at which the reducing agent 
is added in a first reductant adding operation is 
made higher than that at which the reducing agent 
is added in each of second and subsequent reduct- 
ant adding operations. 

6. An emission control system according to any one 
of claims 1 to 5, wherein the control means controls 
an interval between two successive ones of the plu- 
rality of reductant adding operations, such that the 
interval between first and second reductant adding 
operations is made shorter than that between sub- 
sequent reductant adding operations. 

7. An emission control system according to any one 
of claims 1 to 6, wherein the control means controls 
second and subsequent ones of the plurality of re- 
ductant adding operations, based on a controlled 
variable that is corrected based on an air-fuel ratio 
measured at around the NOx catalyst after a first 
reductant adding operation is executed. 

8. An emission control system according to claim 7. 
wherein the controlled variable is a period of time 
during which the reducing agent is added in each 
of the plurality of reductant adding operations. 

9. An emission control system according to claim 1 or 
claim 2, wherein the plurality of reductant adding 
operations are executed at predetermined time in- 
tervals such that a predetermined amount of the re- 
ducing agent is added for a predetermined period 
of time in each of the reductant adding operations. 

10. An emission control system according to any one 
of claims 1 to 9, wherein the control means exe- 
cutes the plurality of reductant adding operations in 
accordance with a crank angle of the internal com- 
bustion engine, so that the reducing agent is added 
when an exhaust valve of the engine is opened. 

11. An emission control system according to any one 
of claims 1 to 1 0, wherein the load detecting means 
detects the load, based on at least one of an output 
signal of an accelerator position sensor (28) and a 
flow rate of intake air that is detected by an air flow 
meter (5). 

12. A method for purifying an exhaust gas emitted from 
an internal combustion engine (1) capable of oper- 
ating in a lean-burn mode, the internal combustion 



engine being provided with (a) a NOx catalyst (17) 
disposed in an exhaust passage (16) such that the 
NOx catalyst absorbs NOx contained in the exhaust 
gas. and (b) a reductant supply device (12, 19, 20, 
5 21 , 22) disposed upstream of the NOx catalyst, for 
adding a reducing agent to the exhaust gas so as 
to release and reduce NOx absorbed in the NOx 
catalyst, comprising the steps of: 

10 detecting a load of the internal combustion en- 

gine; 

calculating an amount of the reducing agent 
that is added in one NOx reducing process, 
based on the load of the internal combustion 
15 engine; and 

controlling addition of the reducing agent by ex- 
ecuting a plurality of reductant adding opera- 
tions so as to provide the calculated amount of 
the reducing agent. 

20 

1 3. A method according to claim 12, further comprising 
a step of determining whether it is possible to add 
the reducing agent, depending upon an operating 
state of a vehicle having the internal combustion en- 

25 gjne. 

14. A method according to claim 12 or claim 13, wherein 
an amount of the reducing agent added in each of 
the plurality of reductant adding operations is con- 
so trolled such that the amount of the reducing agent 

added in a first reductant adding operation is made 
smaller than that of the reducing agent added in 
each of second and subsequent reductant adding 
operations. 

35 

15. A method according to any one of claims 12 to 14, 
wherein a period of time during which the reducing 
agent is added in each of the plurality of reductant 
adding operations is controlled such that the period 

40 of addition of the reducing agent in a first reductant 
adding operation is made longer than that of the re- 
ducing agent in each of second and subsequent re- 
ductant adding operations. 

45 16. A method according to any one of claims 12 to 15, 
wherein a pressure at which the reducing agent is 
added in each of the plurality of reductant adding 
operations is controlled such that the pressure at 
which the reducing agent is added in a first reduct- 
50 ant adding operation is made higher than that at 
which the reducing agent is added in each of sec- 
ond and subsequent reductant adding operations. 

17. A method according to any one of claims 12 to 16, 
55 wherein an interval between two successive ones 
of the plurality of reductant adding operations is 
controlled such that the interval between first and 
second reductant adding operations is made short- 
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erthan that between subsequent reductant adding 
operations. 

18. A method according to any one of claims 12 to 17, 
wherein second and subsequent ones of the plural- 5 
ity of reductant adding operations are controlled 
based on a controlled variable that is corrected 
based on an air-fuel ratio measured at around the 
NOx catalyst after a first reductant adding operation 

is executed. 10 

19. A method according to claim 18, wherein the con- 
trolled variable is a period of time during which the 
reducing agent is added in each of the plurality of 
reductant adding operations. is 

20. A method according to claim 1 2 or claim 13, wherein 
the plurality of reductant adding operations are ex- 
ecuted at predetermined time intervals such that a 
predetermined amount of the reducing agent is add- 20 
ed for a predetermined period of time in each of the 
reductant adding operations. 

21. A method according to any one of claims 12 to 20 : 
wherein the plurality of reductant adding operations 25 
are executed in accordance with a crank angle of 
the internal combustion engine, so that the reducing 
agent is added when an exhaust valve of the engine 

is opened. 

30 

22. A method according to any one of claims 12 to 21 , 
wherein the load of the internal combustion engine 
is detected based on at least one of an output signal 
of an accelerator position sensor (28) and a flow 
rate of intake air that is detected by an airflow meter 35 
(5). 
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